


Figure 5.5-12 — Transit Stop with Stand Alone Shelter
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The City is currently considering the development of a bus or streetcar connection between Everett
Station and downtown Everett/waterfront. If a streetcar were implemented, it could potentially have a
maintenance facility located south of the Everett Station, along Smith Avenue south of 36" Street. The
proposed non-motorized connection across the BNSF railroad near 38" Street would provide a direct
connection between the riverfront development and the streetcar.

In summary, under Alternative 1, there will be improved local transit service to the project site, as well as
improved access to other nearby transit services and Everett Station. These improvements to transit will
result in an overall increase in transit ridership, and could substantially reduce trips made by automobile.
These improvements are consistent with the 2006 Update of the Transportation element of Everett’s
Comprehensive Plan, including the following Transportation Objectives:

e Objective #1: Expand Multi-Modal Travel Opportunities
e Objective #2: Develop Appropriate Design Standards and Procedures

e Objective #4: Minimize Environmental and Community Impacts
5.5.13.7 Fire and Emergency Vehicle Access

There are two fire stations within close proximity to the project site. Fire Station #2 is located at
McDougall Avenue and 16" Street and is approximately 1.5 miles from the north entrance of the project
site at Pacific Avenue. Fire Station #1, the closest station to the site, is located at Rucker Avenue at 36™
Street. This station is approximately 1.25 miles from the 41 Street entrance to the project site.

Emergency access to the Landfill/Tire Fire site and Eclipse Mill site is adequate with the two primary
access points at 41 Street and at Pacific Avenue. See Section 5.6.2.1 for more details regarding existing
fire and emergency services that will serve the project site.

A secondary emergency access must be provided to the residential area on the Simpson pad in accordance
with Appendix D of the City of Everett Fire Code. A second access is required if the pad is developed
with: (1) more than 100 multi-family dwellings without sprinklers (includes air condominiums/Low
Density Multi Residential (LDMR), etc.); (2) more than 200 fully sprinklered multi-family dwellings
(includes air condominiums/LDMR, etc.); or (3) more than 30 conventional single- and multi-family
dwellings without sprinklers. The Code requirements for the access are that it must be a 20-foot-wide all
weather surface and the access must be constructed to provide access for a ladder truck with a
72,000-pound weight and a 35-foot minimum inside turn radius.

There are three alternative locations for the location of the emergency access that have been identified
(shown generally on Figure 5-17). Additional alternatives may be considered and could be subject to
additional review if pursued. Also, it is possible that a combination of the alternatives none of which
would meet all standards but would provide reasonable access in combination may be considered that
meets Fire Department approval. The alternatives identified are:

1. Develop a crossing parallel to the bridge providing the primary access to the Simpson Pad that
has sufficient separation from the primary access. Such a crossing would necessitate crossing
wetland areas that lie between the to-be-removed railroad tracks. There does not appear to be a
location that would meet this requirement in a stand-alone condition but it may be able to
combine with another alternative to meet the need.

2. Upgrade and utilize the service road that presently accesses the south end of the Simpson Pad just
east of the BNSF Mainline to meet the Fire Department standards. The road begins at the parking
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area for Rotary Park and traverses through the western edge of the WSDOT property and
continues to the north where it forms a delta. At this point it turns east and loops slightly to the
northeast entering the Simpson Pad at its southeast corner. This will necessitate widening in
some areas, and potential changes to its alignment to meet the requirements. The total length of
this alternative is about 2,800 feet. About 700 feet of the widening would likely encroach 4-6 feet
into the buffer that is north of the road and between the road and the Simpson Pad. This access
could be integrated with trail features. This route would require agreements with WSDOT and
BNSF where the road traverses their properties.

3. Widen and upgrade the trail from the Rotary Park parking area to the Simpson Pad to meet the
Fire Department standards. This alternative would require the trail to be widened and probably
raised in elevation to flood-proof it. This alternative is about 2,000 feet in length.

The roadways and roundabouts within the project site will be constructed to accommodate fire trucks and
other emergency vehicles.

5.5.14 Potential Effects/Impacts of Alternative 2

5.5.14.1 Roadway Network

Similar to Alternative 1 as described in Section 5.5.13.1, the project site will be accessed by two primary
roadways, including Pacific Avenue at the north end of the site, and 41* Street to the west. The primary
access point will be 41 Street, which will intersect with the primary north-south spine road at a two-lane
roundabout.

South of the 41* Street roundabout, the spine road will be essentially the same as for Alternative 1, except
that it will provide access only to proposed office uses because Alternative 2 does not include residential
uses.

North of 41 Street, the main spine road traverses north and ultimately connects to Pacific Avenue to
serve the commercial area, similar to Alternative 1. There would be diagonal or parallel parking on both
sides of the road within this section.

Similar to Alternative 1, there will be a parallel accessory road against the western boundary of the
project site. The road will be accessed from an east-west road just south of the 41* Street roundabout.
The accessory road will continue north, where it turns to the east, becoming 36" Street.

The site plan developed for Alternative 2 was not developed to the same level of detail as for Alternative
1, and does not include the number of lanes assumed for various portions of the road.

As with Alternative 1, Alternative 2 assumed two additional roadway network improvements within the
larger study area, including an HOV lane in each direction on I-5.

5.5.14.2 Traffic Volumes

Traffic volumes and turning movements at each of the 16 analyzed intersections during the a.m. and p.m.
peak periods for Alternatives 2 and 3 (the no-action alternative) are shown in Figures 5.5-15 and 5.5-16.

Similar to Alternative 1, there is an overall increase in traffic volume between current conditions and the
year 2030. During the p.m. peak period, locations that have an increase in volume are the same as those
listed in Section 5.5.13.2 for Alternative 1.
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Traffic Volumes and Level of Service
(LOS) Alt. 2/No Action - 2030 AM Peak Hour

Everett Riverfront Redevelopment Project
Everett, Washington

Figure 5.5-15
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Traffic Volumes and Level of Service (LOS)
Alt. 2/No Action - 2030 AM Peak Hour

Everett Riverfront Redevelopment Project
Everett, Washington

Figure 5.5-16




The key difference in volumes between Alternative 2 or 3 (the no-action alternative) and Alternative 1
includes:

41* Street at I-5 SPUI: Under Alternatives 2 and 3 (the no-action alternative), there is a higher
increase in westbound to southbound volumes, but a lower increase in northbound to eastbound
volumes. This is primarily because Alternatives 2 and 3 (the no-action alternative) include a
larger amount of office uses, and no residential uses. Thus, more employees are leaving the site
during the p.m. peak for Alternatives 2 and 3, while more residents are entering the site for
Alternative 1.

5.5.14.3 Traffic Operations

Level of Service

The LOS results for the year 2030 for all three alternatives during the a.m. peak hour are shown in Table
5.5.3 above in Section 5.5.13.3, and the results for Alternative 2 and the no-action alternative are
displayed with turning movement volumes in Figure 5.5-15. The LOS results for the p.m. peak hour are
shown in Table 5.5.4 above in Section 5.5.13.3, and the results for Alternative 2 and the no-action
alternative are displayed with turning movement volumes in Figure 5.5-16. The following intersections
are shown to have LOS impacts of E or greater during the a.m. peak hour:

Pacific Avenue at I-5 Northbound Off-Ramp: LOS F (>50-second delay)

As stated above in Section 5.5.9, this intersection currently has a LOS F during the a.m. peak
hour, and will continue to fail under Alternatives 2 and 3 (the no-action alternative). If a signal
were to be installed at this intersection, it would operate at a LOS B with an 11.8-second delay.

Pacific Avenue at Broadway: LOS E (55.4-second delay)

This signalized intersection will operate at a LOS E with a 55.4-second delay under Alternatives
2 and 3 (the no-action alternative), compared with a LOS D (42.0-second delay) under current
a.m. peak hour conditions.

Broadway at 36™ Street: LOS F (>50-second delay)
This intersection has a two-way stop at the east and west approaches, and will operate at a LOS F
under Alternatives 2 and 3 (the no-action alternative).

52" Street at 2" Avenue: LOS F (>50-second delay)

This intersection is a four-way stop, and will degrade to a LOS F under Alternatives 2 and 3 (the
no-action alternative) (compared to a LOS C under current conditions). If a signal were to be
installed at this intersection, it would operate at a LOS C with a 26.5-second delay.

The following intersections are shown to have LOS impacts of E or greater during the p.m. peak hour:

Pacific Avenue at I-5 Northbound Off-Ramp: LOS F (>50-second delay)

This intersection, which is currently stop-controlled, will have a LOS F during the p.m. peak hour
under Alternatives 2 and 3 (the no-action alternative). If a signal were installed at this
intersection, it would operate at a LOS C with a 32.7-second delay.

Pacific Avenue at Broadway: LOS F (92.7-second delay)

This signalized intersection will operate at a LOS F with a 92.7-second delay under Alternatives 2
and 3 (the no-action alternative), compared with a LOS D (53.8-second delay) under current p.m.
peak hour conditions.
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e Broadway at 36" Street: LOS F (>50-second delay)
This intersection will operate at a LOS F under existing conditions, and under Alternatives 2 and
3 (the no-action alternative).

e 41% Street at 3™ Avenue: LOS F (128.3-second delay)

This signalized intersection currently operates at a LOS A during the p.m. peak hour. Under
Alternatives 2 and 3 (the no-action alternative), it degrades to a LOS F because of the heavy
volumes in the westbound direction leaving the proposed development. This results in heavy
delays in the eastbound left-turn movement, westbound through movement, and southbound
through movements. The delay is higher than under Alternative 1, primarily because of the
higher amount of office land use at the project site under Alternatives 2 and 3 (the no-action
alternative), which results in a greater number of p.m. peak hour trips leaving the project site.

e 41% Street at Colby Avenue: LOS E (79.6-second delay)
This signalized intersection currently operates at a LOS D (42-second delay) during the p.m. peak
hour, and is expected to degrade to LOS E (79.6-second delay) under Alternatives 2 and 3 (the
no-action alternative).

e 41 Street at Rucker Avenue: LOS E (63.5 second delay)
This signalized intersection currently operates at a LOS E (68.4-second delay) during the p.m.
peak hour, and is expected to remain at a LOS E under Alternatives 2 and 3 (the no-action
alternative).

e 52" Street at South Broadway: LOS F (>80-second delay)
This signalized intersection currently operates at a LOS E (58.2-second delay) during the p.m.
peak hour, and is expected to degrade to a LOS F during the p.m. peak hour under Alternatives 2
and 3 (the no-action alternative). However, if a northbound left-turn lane, northbound right-turn
lane and southbound left-turn lane were added, the LOS would improve to a D, with a 39.9-
second delay.

e 52" Street at 3™ Avenue: LOS F (>50-second delay)
This intersection is currently a three-way stop, resulting in a LOS D (27.0-second delay) during
the p.m. peak hour. It is expected to degrade to a LOS F under Alternatives 2 and 3 (the no-
action alternative). This intersection could be improved to a LOS C (29.2-second delay) if a
signal were installed.

e 52" Street at 2" Avenue: LOS F (>50-second delay)
This two-way stop controlled intersection currently operates at a LOS C (21.4-second delay)
during the p.m. peak hour, and is expected to degrade to a LOS F under Alternatives 2 and 3 (the
no-action alternative). However, if this intersection were to be signalized, it would operate at a
LOS D (37.6-second delay).

Level of Service at Intersections within Project Area

Assumptions for intersection treatment were not provided for Alternative 2, other than at the 41* Street
roundabout, and therefore LOS was determined only for that intersection. During the a.m. peak hour, the
roundabout will operate at LOS A, and during the p.m. peak hour, it will operate at LOS B.

Accidents and Safety
Because the traffic counts were taken during a period of construction related to I-5 and the SPUI, it was
not feasible to analyze historical patterns of traffic accidents.
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5.5.14.4 Freeway Impacts

As noted for Alternative 1 (see Section 5.5.13.4), freeway impacts were identified as part of the I1-5/41*
Street interchange APDR. The land uses for the project site assumed under Alternative 2 are generally
comparable to those that were assumed for the site in the APDR, and therefore the APDR provides a good
indication of impacts to I-5 as a result of the Riverfront Redevelopment project as currently proposed.

The APDR determined that the freeway mainline and ramps (with the HOV lanes and new interchange)
all performed at a LOS E or better for the year 2030 in the southbound direction during the p.m. peak
hour.

In the northbound direction during the p.m. peak hour, the following locations had a LOS F:

e [-5 at SR 2/Everett Avenue Northbound On-ramp

e Mainline SR 2 On-ramp to East Marine View Drive
5.5.14.5 Non-Motorized Impacts

Alternative 2 will include most of the same non-motorized improvements that were included in
Alternative 1 (see Section 5.5.13.5). Specifically, the same trail improvements that are included as part of
Alternative 1 will be developed under Alternative 2. These include the extension of the Lowell
Riverfront Trail to Pacific Avenue, the additional north-south trail on the Simpson Mill site, and the
proposed east-west connections across the BNSF railroad at Main Street, near Lowell Park, and near 36"
Street.

As in Alternative 1, sidewalks would be located adjacent all of the major roadways within the project site,
including the main north-south spine road and the east-west streets that serve the commercial and office
buildings.

Non-motorized connections between the project site and other major activity areas will be enhanced
through the series of the planned trails, sidewalks and bike facilities. These facilities will improve access
between adjacent neighborhoods (such as the Lowell neighborhood), the Everett Station and the
riverfront. The facilities will also provide linkages or connections to existing regional trail facilities, such
as the Interurban Trail.

5.5.14.6 Transit/Public Transportation Impacts

Under Alternative 2, transit operations would be similar to Alternative 1 (see Section 5.5.13.6). The only
exception is that the Ramp Triangle site does not include a proposed land use (between 41% Street
roundabout and Bigelow Creek), and therefore, there would not be the need for a stop at this location.

5.5.14.7 Fire and Emergency Vehicle Access

Fire and emergency access to the Landfill/Tire Fire site and Eclipse Mill site is adequate with the two
primary access points at 41% Street and at Pacific Avenue. Similar to Alternative 1, secondary emergency
access would be required to the Simpson site in the event that the main bridge is damaged. The options
for secondary emergency access that are identified in Alternative 1 (see Section 5.5.13.7) would also be
considered under Alternative 2.
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The roadways and roundabouts within the project site will be constructed to accommodate fire trucks and
other emergency vehicles. No impacts within the site are anticipated.

5.5.15 Potential Effects/Impacts of the No-Action Alternative

5.5.15.1 Roadway Network

Under the no-action alternative, the site will be accessed by the two primary roadways as described in
Alternatives 1 and 2 (see Sections 5.5.13.1 and 5.5.14.1), including Pacific Avenue at the north end of the
site, and 41* Street to the west. The primary access point will be 41* Street. Similar to Alternatives 1
and 2, the majority of traffic destined to the project site is projected to use this access point.

A specific site plan has not been developed for the no-action alternative, and therefore there was not a
detailed plan for where cross-streets would be located, and the number of lanes.

The no-action alternative assumes additional roadway improvements within the larger study area, outside
of project site, including an HOV lane in each direction on I-5.

5.5.15.2 Traffic Volumes

The traffic volumes under the no-action alternative would be consistent with the volumes identified under
Alternative 2 (see Section 5.5.14.2).

5.5.15.3 Traffic Operations

Level of Service at Intersections outside Project Area

The LOS impacts with the no-action alternative would be consistent with the impacts identified under
Alternative 2, as shown in Tables 5.5.3 and 5.5.4 in Section 5.5.13.3 above and Figures 5.5-15 and 5.5-
16.

Level of Service at Intersections within Project Area

Because the no-action alternative has not identified a site plan, the only intersection within the project site
that could be analyzed is the 41* Street roundabout. Similar to Alternative 2 (see Section 5.5.14.3),
during the a.m. peak hour, the roundabout will operate at LOS A, and during the p.m. peak hour, it will
operate at LOS B.

5.5.15.4 Freeway Impacts

The freeway impacts are consistent with those identified in Alternatives 1 and 2 (see Sections 5.5.13.4
and 5.5.14.4).

5.5.15.5 Non-Motorized Impacts

The no-action alternative will likely include most of the same non-motorized improvements that were
included in Alternatives 1 and 2. Although the no-action alternative would be developed in a more
piecemeal fashion, it can be assumed that the City would still require the same trail improvements that are
included as part of Alternative 1, in accordance with the City’s SPAP. These include the extension of the
Lowell Riverfront Trail to Pacific Avenue, the additional north-south trail on the Simpson Mill site, and
the proposed east-west connections across the BNSF railroad at Main Street, near Lowell Park, and near
36™ Street. However, because this alternative assumes that the development would be phased and
constructed by various developers, it is likely that most of the trail and sidewalk improvements would be
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developed incrementally, and in a less coordinated manner than under Alternatives 1 and 2. Segments of
the trail and pedestrian system would be built as development occurs, and therefore a comprehensive,
connected system would be completed only after the site is built out. The piecemeal development of the
site, including potentially different developers, would also be more likely to result in a non-motorized
system that has less continuity, including different wayfinding elements, appearance and materials.
Bicycle and pedestrian connections to the Lowell Community, the Interurban Trail, the Everett Station
area and ultimately the downtown area could also be delayed.

5.5.15.6 Transit/Public Transportation Impacts

Under the no-action alternative, transit operations would be similar to Alternatives 1 and 2. However,
because the development would occur in a piecemeal fashion, and potentially by different developers, it is
likely that portions of the roadway system could be constructed in a phased manner. For example, it is
possible that a first phase of development may only be accessed from 41 Street. As development occurs
further north on the site, the roadway would ultimately connect to Pacific Avenue at a later period. This
potential for phased roadway construction would result in a less coordinated implementation of transit
service to the project site. Initial transit service would be accessed from 41% Street, and the route would
need to be restructured again at a later date as the road is completed to Pacific Avenue.

5.5.15.7 Fire and Emergency Vehicle Access

Fire and emergency access to the Landfill/Tire Fire site and Eclipse Mill site is adequate with the two
primary access points at 41% Street and at Pacific Avenue. Similar to Alternative 1, secondary emergency
access would be required to the Simpson site in the event that the main bridge is damaged. As
development occurs on the Simpson site, the same options for secondary emergency access that are
identified in Alternative 1 (see Section 5.5.13.7) could also be used.

Any future development on the site would be required to construct roadways to accommodate fire trucks
and other emergency vehicles. No impacts within the site are anticipated under the no-action alternative.

5.5.16 Construction Impacts

Construction impacts would be similar among all of the alternatives. Under the no-action alternative,
development of the site could occur incrementally, and construction impacts, including temporary
disruption of services, could occur over a more extended period of time.

5.5.16.1 Traffic Operations

The proposed development will generate additional construction vehicle trips on adjacent arterial streets
and primarily 1-5. Construction access to the project site will be from 41% Street and from Pacific
Avenue, and construction staging will occur on-site. All parking associated with construction staging will
occur on the project site, and will not impact adjacent neighborhoods. A worst-case scenario would result
in approximately 44,000 round trips for trucks to deliver soils for fill material on-site. After the surcharge
period (approximately 18 months), approximately 26,000 round trips would be needed to carry unsuitable
soils away for disposal.

5.5.16.2 Non-Motorized Facilities

Construction activities could also result in short-term disruption of the use of sections of the existing
riverfront trails for all of the alternatives. Construction-related impacts would be temporary in nature, and
would extend through the duration of all construction phases.
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Under the no-action alternative, public access connections to existing trails would be delayed, and may
not be constructed. Internal design of the project site, buildings, roadway improvements and
interconnections between the different geographical areas of the site may be less integrated and
pedestrian-oriented.

5.5.16.3 Emergency Response
See Section 5.5.13.7 for the locations of the two fire stations within close proximity to the project site.

Construction of any of the alternatives could result in a temporary increase in accident or service response
times because of traffic delays caused by lane closures or other construction-related activity.

5.5.17 Construction Mitigation

Project construction could cause temporary service interruptions to existing utilities. Construction could
also temporarily decrease response times of police, fire and medical emergency services if routes are
detoured or disrupted.

A traffic management plan would be created prior to construction of the development that would outline
steps for minimizing traffic impacts during construction activities, including:

e Providing advanced notice to adjacent landowners and businesses prior to construction to help
minimize access disruptions.

e Providing proper road signage and warnings, such as “Truck Access,” “Equipment on Road” or
“Road Crossings.”

e When slow or oversized wide loads are being hauled, using advance signage and traffic diversion
equipment to improve traffic safety.

5.5.18 Traffic Impact Mitigation

By the year 2030 ten intersections will operate at LOS E or F with any of the alternatives analyzed. Some
of these facilities will require mitigation to offset impacts while others are “built-out”, and a lower LOS
that does not impact safety may be accepted. The City of Everett’s Comprehensive Plan accepts that
congestion impacts by future growth will occur within the Urban Growth Area boundaries and all
roadways cannot continue to be expanded. The City’s Comprehensive Plan encourages a balance of
modes, including transit and non-motorized facilities. The proposed project includes non-motorized and
transit improvements, as well as mixed land uses that will encourage a greater use of these modes. The
traffic estimates prepared are based on a worst-case Single Occupant Vehicle (SOV) scenario for full
project buildout, and did not discount for planned improvements in public transportation service.
Therefore, in reality, it can be expected that the mode share of non-SOV modes may be higher than was
assumed in the traffic estimates. Table 5.5-7 shows intersections operating at LOS E or F under any
condition during the a.m. peak hour, while Table 5.5-8 shows these impacts during the p.m. peak hour.
Each facility is then described per condition and recommendation.
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Table 5.5-7. Intersection Level of Service Summary (A.M. Peak Hour)

2007 2030 Preferred | 2030 No Action
Baseline (Alt. 1) & Alt. 2
Control LOS | Delay LOS Delay | LOS Delay
2 Pacific Ave @ I-5 NB Ramp 3-way F Err F 293.7 F Err
Stop
w/ signal Signal *C 24.4 *B 11.8
4 Pacific Ave @ Broadway Signal D 42.0 54.1 55.4
5 Broadway Ave @ 36" Street 2-way F Err F 562.5 F 891.2
Stop
16 | 52" Street @ 2™ Avenue 4-way C 19.0 F 100.4 F 82.2
Stop
w/ signal Signal *C 27.2 *C 26.5
Notes:

* With Improvements

Table 5.5-8. Intersection Level of Service Summary (P.M. Peak Hour)

2007 2030 Preferred | 2030 No Action
Baseline (Alt. 1) & Alt. 2
Control LOS Delay LOS Delay | LOS Delay
2 Pacific Ave @ I-5 NB Ramp 3-way B 12.3 F Err F Err
Stop
w/ signal Signal *D 41.4 *C 32.7
4 Pacific Ave @ Broadway Signal D 53.8 F 99.7 F 92.7
5 | Broadway @ 36" Street 2-way F Err F Err F Err
Stop
8 | 41% Street @ 3" Avenue Signal A 7.6 E 75.2 F 128.3
9 41 Street @ 1-5 SPUI Signal D 46.9 E 55.2 E 57.6
12 | 41% Street @ Colby Avenue Signal D 42.0 E 76.9 E 79.6
13 | 41% Street @ Rucker Avenue Signal E 68.4 E 74.0 E 64.5
14 | 52™ Street @ South Broadway Signal E 58.2 F 80.2 F 193.1
w/ NBLT, NBRT, SBLT Signal *D 50.9 *D 39.9
15 | 52" Street @ 3" Avenue 3-way D 27.0 F 237.5 F 255.9
Stop
w/ signal Signal *B 14.1 *C 29.2
16 | 52" Street @ 2™ Avenue 4-way C 21.4 F 479.8 F 4435
Stop
w/ signal Signal *D 45.6 *C 37.6
Notes:
* With Improvements
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5.5.18.1 Pacific Avenue at I-5 Northbound Off-Ramp (Intersection 2)

This intersection is controlled with three stops at the west, north and east legs, while the south leg
(freeway off-ramp) is uncontrolled. There is currently congestion occurring at the intersection of Pacific
Avenue/I-5 northbound off-ramp during the a.m. peak hour, resulting in a LOS F. The high northbound
left-turn volumes from the off-ramp result in a delay of over 50 seconds in the eastbound and westbound
directions.

None of the approaches fail during the 2007 p.m. peak hour. However, by the year 2030, all of the
alternatives result in a LOS F during both the a.m. and p.m. peak hours. Because this intersection
currently fails in the a.m. peak, it would be feasible to install a signal at the same time that a planned
signal at the railroad (east of this intersection) is installed, and a proportionate cost could be applied
toward proposed developments.

This intersection has been identified for improvement in the City’s Comprehensive Plan as part of overall
improvements to I-5 downtown interchanges. The six-year TIP (2006-2011) identifies design for these
improvements, and the construction is planned for the mid-term (2012-2017).

5.5.18.2 Pacific Avenue at Broadway (Intersection 4)

A number of intersections are expected to be at ultimate capacity by the year 2030. The City has
determined that these intersections are at full buildout and will not be expanded in the future. This
intersection is considered at ultimate capacity as identified by the City, and therefore no improvements
are warranted.

5.5.18.3 Broadway at 36" Street (Intersection 5)

The City of Everett (Public Works Department) had requested that this intersection be analyzed as part of
the EIS. This intersection temporarily had a signal during the construction of the 41* Street SPUI, as
mitigation to divert traffic. The signal has since been removed, and the intersection is controlled via a
stop at the east and west approaches. These approaches are expected to operate a LOS F in 2030 with or
without the proposed development. It is expected that consistently delayed traffic on the minor
approaches will detour to alternate routes where signals are provided, rather than to delay the major
movements on Broadway with another signal. The intersection operates consistently with other local
streets that intersect Broadway and does not warrant any improvements.

5.5.18.4 41% Street at 3" Avenue (Intersection 8)

This intersection is currently underutilized (LOS A) as it was designed and built to accommodate
development of the Riverfront area with a safe overcrossing of the BNSF tracks. In 2030, under full
buildout it operates at LOS F with Alternative 2/No Action and LOS E under the Preferred Alternative.
The original design of the intersection assumed the closure of the Lowell-Snohomish River Road BNSF
track crossing and that most traffic would be traveling in an east- west pattern. With the planned Lowell-
Snohomish River Road overcrossing, more regional traffic is assumed to be using the south leg of the
intersection, resulting in a degradation of LOS.

The City’s Comprehensive Plan assumes that future congestion will occur on major arterials and that a
continual widening of roads will only add to the congestion.
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5.5.18.5 41 Street at I-5 SPUI (Intersection 9)

This intersection operates at LOS E with all alternatives in 2030 with the preferred alternative operating
with a lower average delay. Future urban growth is expected to impact the 41* Street freeway corridor
and no improvements are recommended for this facility.

5.5.18.6 41°% Street at Colby Avenue (Intersection 12)

This intersection operates at LOS E with all alternatives in 2030. The preferred alternative operates at a
lower average delay than Alternative 2/No Action. Future urban growth is expected to impact the 41
Street freeway corridor and no improvements are recommended for this facility.

5.5.18.7 41 Street at Rucker Avenue (Intersection 13)

This intersection currently operates at LOS E and will continue at LOS E with all alternatives in 2030.
Future urban growth is expected to impact the 41* Street freeway corridor and no improvements are
recommended for this facility.

5.5.18.8 52" Street at South Broadway (Intersection 14)

The signalized intersection currently operates at a LOS E, with a 58.2-second delay. By 2030, the
alternative will operate at a LOS F during the p.m. peak hour with either alternative. The addition of a
northbound left-turn lane, northbound right-turn lane and southbound left-turn lane improves the LOS to
D, with a 50.9-second delay.

The City has identified in its Comprehensive Plan a project to improve South Broadway between SR 526
and 41* Street. The project includes planning and design under the City’s six-year TIP (2006-2011), and
construction by the year 2017. Improvements to the intersection of 52" Street and South Broadway
would be constructed as part of those improvements. Because the intersection is part of the future
planned improvements along this Broadway Corridor, these improvements could be paid for through
developer-contributed Traffic Impact Fees.

5.5.18.9 52" Street at 3" Avenue (Intersection 15)

This intersection is a three-way stop that currently operates at a LOS B during the a.m. peak hour and
LOS D in the p.m. peak hour. By the year 2030 the intersection will operate at a LOS D in the a.m. peak
hour and a LOS F during the p.m. peak hour with either alternative.

The installation of a low-profile signal at this intersection improves the p.m. peak hour LOS to a B with
Alternative 1, and a C with Alternative 2 and the no-action alternative, with minimal impacts to the
neighborhood.

The City’s Comprehensive Plan does not currently designate 52" Avenue in this area as an arterial. The
City should evaluate whether a signal or other improvements, which might draw higher traffic volumes,
would be beneficial at this location on a neighborhood street. A proportionate cost of a signal could be
applied toward the development.

5.5.18.10 52" Street at 2"* Avenue (Intersection 16)

This four-way stop intersection currently operates at a LOS C during both the a.m. and p.m. peak hours.
However, by the year 2030 the intersection operates at LOS F under all alternatives.
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During the a.m. peak, the installation of a signal improves the LOS to D with Alternative 1, and C under
Alternative 2 / No Action. The signal improves the p.m. peak hour LOS to a D under all alternatives.

The City’s Comprehensive Plan includes a project to develop a Lowell Bypass or Lenora grade separation
over the BNSF railroad. This project includes design in the City’s six-year TIP (2006-2011), and
construction by the year 2017. The intersection of 52" Street at 2™ Avenue is within close proximity to
the proposed project. The City has since agreed not to pursue the bypass, but to proceed with the grade
separation project. A signal at this intersection should be constructed as part of that project. However, a
proportionate cost of the signal could be applied toward the development.

Mitigation for the traffic facility impacts listed above has been negotiated with the City of Everett and
agreed upon improvements will be phased in with development of the project per proportionate share of
impacts.

5.5.18.11 Other Potential Mitigation Measures

In addition to the mitigation measures above, the City could require private property owners along the
new road through the Eclipse Mill site to pay a proportionate cost of the improvements. Transportation
mitigation fees per EMC 18.40 will also be required.

5.5.19 Unavoidable Adverse Impacts on Traffic Operations

Unavoidable adverse impacts are defined as those that meet the following two criteria:

e There are no reasonably practicable mitigation measures to eliminate the impacts; and
e There are no reasonable alternatives to the proposed project that would meet the purpose and
need of the action, eliminate the impact, and not cause other similar or adverse impacts.

As stated in section 5.5.18, there are a number of intersections that are “built-out”, and a lower LOS that
does not impact safety may be accepted. The City of Everett’s Comprehensive Plan accepts that
congestion impacts by future growth will occur within the Urban Growth Area boundaries and all
roadways cannot continue to be expanded, but rather a balance of modes, including transit and non-
motorized facilities is encouraged. The following intersections are considered “built out” and will
continue to be impacted by future growth. There are no reasonably practicable mitigation measures to
eliminate the impacts.

e Pacific Avenue at Broadway (Intersection 4)

e 41% Street at 3 Avenue (Intersection 8)

e 41" Street at I-5 SPUI (Intersection 9)

e 41* Street at Colby Avenue (Intersection 12)

e  41* Street at Rucker Avenue (Intersection 13
5.6 PUBLIC SERVICES AND UTILITIES
5.6.1 Methodology

The following documents were reviewed for this part of the study: (1) sewer, water, and drainage charts;
(2) existing background information; and (3) environmental studies of the project site or area. Field
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